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P R E F A C E

This narrative report describes the National Trans
portation Needs Study for the State of Maine.

It indicates

the planning process and the findings of the study, reflecting
needs and possible capital improvement programs to the year
1990 under various funding options.

This study was conducted

by the Planning and Traffic Division of the Maine State Highway
Commission, under the supervision of the Governor's designated
representative Roger L. Mallar, and was accomplished through the
coordinated efforts of several state and municipal agencies.

The study represents an initial effort at intermodal
transportation planning on a statewide basis and provides some
insight into the inter-relationships previously unstructured.
Future efforts, within the context of the evolving State Depart
ment of Transportation, will assist in further refining the
modal needs and inter-relationships so that comprehensive and
coordinated statewide transportation planning can emerge as a
viable process.
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SUMMARY

The National Transportation Study provided the initial opportunity for
the State of Maine to develop a comprehensive analysis of needs for all modes
of transportation.

Additionally, an opportunity was provided to assess the rela

tive magnitude of the total needs in relation to existing programs and in relation
to three alternative funding levels as suggested by the U. S. Department of Trans
portation.

Of the three funding levels, one was structured at a level which

approximated the current level of funding, particularly in relation to highway
improvement programs.

The study was very timely, since the State of Maine is now

in the process of implementing a consolidated department to administer all statelevel transportation functions.
The study was conducted within the basic guidelines established by the
U. S. Department of Transportation, compatible with overall statewide goals and
objectives applicable to transportation in the State of Maine.

The study should

not be misconstrued to be a Transportation Plan for the State of Maine.

Neither

the objectives nor the constraints of the effort (both from a procedural and
time standpoint) allowed the freedom to develop a true set of priority trans
portation goals or programs.
The complete National Transportation Study consisted of three basic
elements; namely, (l) a functional classification of all highway facilities at
the 1968 and projected 1990 levels, (2 ) a complete needs analysis for all high
way facilities through 1990 and overall needs evaluations for other modes of
transportation through this same period, and (3) capital improvement programs
for the period 197 *+ through 1990 for all modes of transportation, recognizing
three alternative funding levels.
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The criteria established to develop estimates of needs for all modes
were at levels'that would at least provide minimum service.

Subjective evalua

tions were necessary in many areas; however, ideal or visionary influences were
not acceptable or used for any of the analyses.

Time limitations prohibited the

development of information pertaining to special public transit program evalua
tions, including recognition of the needs of the young, the aged, the handicapped
and the poor.

Also, the study was basically non-rail oriented in that it specif

ically precluded the recognition of the problems associated with rail freight
service.
The funding levels prescribed were insufficient to satisfy an acceptable
level of needs within the various modes, with the exception of urban public trans
portation.

Also, the premise of using 1969 price levels overstates the amount

of capital improvements which would be possible within the various funding
limitations.

In addition, the study does not recognize the severe inflationary

trends which undoubtedly will continue to be experienced in future capital
improvement programs.
As noted, the capital improvement programs consisted of three basic
funding levels, as suggested by the U. S. Department of Transportation.

A basic

premise for each of the funding alternatives included the assumption that adequate
State and local funds would be generated to match all Federal funds as required
and to also provide for a very modest wholly state funded program.

The total

state finds for the entire period were basically at existing levels of revenue
sources, recognizing some normal growth during the period through 1990 .
Comparative needs and estimated capital improvement programs under the
three alternatives are displayed in the following table.

The table indicates the

inadequacy of the proposed improvement programs in comparison to the vast amount
of needs to be satisfied to assure the development of safe and adequate trans
portation facilities.
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NEEDS AND CAPITAL IMPROVEMENTS
UNDER ALTERNATIVE FUNDING LEVELS
1970-1990
(Million Dollars)

(1)
PROGRAM

NEEDS

CAPITAL IMPROVEMENTS
1974-90
Alternative
I
II
III

1970 - 1990
(2 )
Highways
Urban Highways
Related Facilities
(3)
TOPICS
Urban Public
Transportation
Airports
Terminals Related Facilities

3,305

967

1,348

1,383

27

11

11

21

9

17

21

20

16

16

16

54

19

36

36

179

9

9

18

a-

(1) Capital Improvements 1970-73 not included.
(2) Excludes Local Roads.
(3) TOPICS Needs not included; to be developed nationally.

The study guidelines indicated that the total estimate of needs should
cover the period 1970 to 1990, while capital improvement programs were structured
for the period 1974 to 1990.

This fact results in some inconsistencies in

attempting to compare needs and the ability to meet these needs as indicated in
the suggested capital improvement programs.

Of course, some accomplishments are

realized during the period 1970 through 1973 which are not reflected in the pre
ceding table, but were recognized in the overall effort.
Alternatives I and II were structured to be inflexible in regard to
the assignment or transfer of funds between transportation modes.

As stated

previously, alternative II basically reflected a projection of current funding
levels.

Alternative I generally represented one-half of the level of Alterna-
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of funding„
All phases of the study were completed through the cooperative efforts
of Federal and State personnel and the various local participating agencies,
without the benefit of consultant services.

This method proved to be most feasible,

both in the area of economy and from the viewpoint of applying existing knowledge
and.experience to the evaluations,

A.list of the agencies involved in the study

may be found in Section I - U.2 of this report.
Some difficulties were encountered in processing the study within the
limits prescribed:by the U. S„ Department of Transportation, particularly as
related to the limited time available to implement the necessary coordinative
efforts and to complete the required analyses.

This difficulty was compounded

by the fact that this was an initial evaluation of all transportation facilities
in this state.
Individual highlights and pertinent comments relating to the five major
program areas of the study are contained in the following paragraphs,

HIGHWAYS
The highway needs portion of the National Transportation Study was pre
sented, in a May 1971 data submission to the Federal Department of Transportation;
therefore, only funding levels and Capital Improvement programs to utilize avail
able funds are included in the current study.

Capital Improvement Programs on

locally financed projects were not included since study guidelines indicated that
only those programs under the supervision of the state were to be included in
the analyses.
The standards used in the study are referred to as "minim-urn tolerable
standards" to determine the adequacy of.existing facilities.
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The general uniformity

of the topography of the state permitted application of standards statewide
and were in "accordance with instructions as prescribed in Instructional Manual B
and were generally acceptable.

Additionally, previous studies accomplished a

complete reclassification of the highways to a functional system.

This provided

a basis for allocation of funds and capital improvement programs on the revised
system criteria.

Priorities were then assigned to the various systems with the

Interstate System receiving highest priority generally, with other priorities
assigned in relation to the decreasing functional classification of the
facilities.

Sections and highway routes were then evaluated more fully using

factors including pavement and base widths, conditions, alignment, and accident
potential to refine the priorities.

Traffic forecasting techniques employed were

based on a system of trending past data linearly and on socio-economic factors
and land use analyses in urban areas.

In situations where traffic volumes just

beyond the design year indicated four lane design, staging of construction was
generally considered to allow acquisition of additional width for eventual four
lane construction.
The distribution of capital improvement funds was evaluated on a ruralurban basis and also considered factors such as miles, travel, population, area,
needs and past trends in expenditures, and it was initially deemed appropriate
to allocate approximately eighty percent of the funds in rural areas and twenty
percent in urban areas.

The additional flexibility relating to the assignment

of funds under Alternative III permitted a slight percentage increase of highway
funds to urban areas.

Using the same criteria, urban funds were pro-rated on

an approximate fifty-fifty basis between urbanized and small urban areas.
Alternative III, which allocates the largest amount of highway funds,
provides for the improvement of only a moderate portion of the stated highway
needs.

Therefore, based on relative unfulfilled needs among modes and based

upon relative priorities, it was not desirable to transfer any additional funds
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to other modes.

Also, considerable effort was directed towards the implementa

tion of- a Traffic Operations Program to provide for the greatest possible number
of improvements within urban areas, with minimum socio-economic impact.
The allocation of funds as provided by Alternative I is at a level
which is only approximately 50% of the present funding level for highways and
represents an unrealistic approach in attempting to finance a transportation
program.

The assumed levels of Alternatives II and III, which are more nearly

at present day levels, will not produce an up-to-date highway network even by
the year 1990,

Therefore, it becomes evident that the highway trust fund and

current levels of financing should be continued or increased and anything which
would alter significantly its primary purpose should be discouraged, since the
State of Maine is extremely dependent on its highway system to fulfill its
transportation needs,

URBAN HIGHWAY RELATED FACILITIES
Standards considered in the Traffic Operations Program to Improve
Capacity and Safety (TOPICS) were related to capacity, level of service and
accident experience.

Consistent with good practice, level of service "C" was

considered as the minimum acceptable level for urban arterial facilities.
Current studies which are complete or are underway in all urbanized areas and
in six small urban areas formed the basis for an evaluation of needs that were
used to develop capital improvement programs.

Total needs for the TOPICS program

are to be developed at the National level.
Available TOPICS studies document needs essentially to the 1975 period,
projecting traffic volumes on historical growth.

Estimates beyond that point

generally are assumed to be in the order of 5% annual growth.

Forecasts of the

number of parking spaces required in urbanized areas were based on past studies
when available and in small urban areas were based primarily on population growth.
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Improvements in this category included parking garages and lots in the three
urbanized areas in addition to providing parking lots in selected small urban
areas„
Funds for these activities were distributed in direct proportion to
the TOPICS needs in each urban area.

State funds were estimated at a level

sufficient only to match Federal funds.

Assumed reductions in Federal funds under

Alternative I extended proposed programs to a level that would require twice as
long to complete the programs, while Alternative II funding would meet currently
anticipated needs„

The TOPICS program was allocated additional monies available

from the urban public transportation mode under the Alternative III proposal in
order that the next priority level of projects could be accomplished.

URBAN PUBLIC TRANSPORTATION
Bus service only was considered in this mode, as rail transit service
is non-existent within any of Maine's communities.

Standards were applied state

wide to urban areas having in excess of 25,000 population and considered factors
such as maximum loadings, minimum potential loadings, operating headways and hourly
variations.

Ridership projections showed a steady decline based on past trends and

served to indicate the severity of the problems, resulting in the fact that input
to sustain operations exceeds operating revenues.

The emphasis on improvements

included provisions for new buses, maintenance facilities for buses, bus turnouts
and shelters.

Additionally, fringe parking facilities for the Portland area were

considered in a long-range category.
There were only three urban areas in the 25,000 - 50,000 population
category considered in this study, as expenditures for this purpose did not
appear to be justified at this time in those small urban areas under 25,000.

For

purposes of the Capital Improvement Program, local funds sufficient only to match
Federal funds were assumed.

The study guidelines did not allow the use of any
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funds to defray maintenance and operational costs.

Some form of additional

financial assistance for operations is required or restrictions on the use of
mass transit funds must be relaxed if bus transportation is to be continued in
the urban areas of this state.

Additionally, time constraints did not permit

proper.evaluations of public transportation for specialized groups.
The funding levels established in this study exceeded the urban public
transportation needs in this state under all alternatives.

This is due to the

fact that bus service only was considered for those urban areas having in excess
of 25,000 population.

However, under Alternative III the study permitted the

transfer of excess funds, and accordingly these funds were applied to other modes
of transportation within urban areas.

AIRPORTS
The Maine Department of Aeronautics developed and identified needs for

30 airports, recognizing existing and future requirements for airport services
and facilities within the state.

The airports were divided into three classes

in accordance with FAA and State standards.

The classes and numbers in each

class are Certificated Airports (4) to support commercial jet service, Supplemental
Air Carrier Airports (6 ) to support small commercial airline service and General
Aviation Airports (20) to support aviation activities of the general public.

The

capital improvement funding available under the three alternatives was reasonably
well distributed between the three classes and in accordance with the individual
needs of each airport.

In addition to airport development, it is recognized that

improved and expanded air carrier service must be provided.
ject was not considered as a part of the study effort.
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However, this sub

OTHER INTERCITY TERMINALS, RELATED FACILITIES AND EQUIPMENT
The Maine Port Authority prepared, the portion of the study relating
to ports, ferries and terminals„

In general, the effort was directed toward

replacing and improving existing ferries and terminals to assure future adequate
service to selected areas.

In addition, the requirement for a new and improved

cargo handling facility was recognized in light of the trend toward containerization.
The restrictions pertaining to the use of Federal funds precluded the
development of a container port facility under Alternative I & II.

However, under

Alternative III it was deemed appropriate to utilize a portion of the excess
urban public transportation funds in order to include this facility.
With regard to other related facilities, high speed rail service and
an industrial port complex were considered.

The rail service has been expressed

as only a need to be considered in the future and is located in the Boston to
Portland Corridor.

Funding for this program was not considered at this time due

to the fact that the results of pilot programs currently in progress throughout the
nation have not been fully evaluated.

In addition the attitudes and actions of

Massachusetts and New Hampshire would be critical to any conclusions concerning a
program of this nature.
was expressed as a need.

With regard to the industrial port complex this also
Funding, at this time, was not considered as further

study relating to location, capacity and associated private industrial development
is required.

RECOMMENDATIONS
Several recommendations have been made to facilitate the processing of
future studies and to provide additional insight relating to transportation
planning.

These include an allowance for additional flexibility to reflect the

problems peculiar to individual states, a more comprehensive consideration of
specialized bus type services for individual population strata, additional
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exploration of intermodal relationships and terminal facilities and additional
recognition of commodity flow problems, particularly relating to rail freight
transportation.

The major recommendations resulting from this study regarding future
Federal transportation programs are as follows:

1.

Maintain Federal funding basically for capital improve
ment programs only, with one exception which should be
limited to providing some relief in the area of evaluating,
operating, and maintaining mass transit type facilities.

2.

Assure sufficient funds for each mode of transportation.

3.

Realign existing highway systems to reflect the functional
service of each, providing financing emphasis on rural
principal arterial systems and on urban arterials.

k.

Consider the use of urban and TOPICS funds for the replace
ment of those parking spaces that have been eliminated as
a result of street improvement programs.

5.

Provide additional flexibility to allow for the transfer
of funds between highway systems, as between rural and
urban highway classifications, so as to best meet the needs
of individual states.

6.

Provide to the states financing for overall transportation
planning efforts and flexibility to perform the task to best
meet individual state needs.

7.

Maintain compatibility with existing constitutional and
legal provisions relating to sources of income.

x

8 . Allow additional flexibility in highway design standards.
9.

Eliminate excessive documentation requirements.

This summary has attempted to provide a concise review of the more
important transportation considerations of the study.

A further detailed

examination of these considerations and other information pertaining to the
various modes of transportation is contained in the remaining sections of
the report.
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PART I

NARRATIVE REPORT
OF
THE GOVERNOR'S OFFICE

CHAPTER 1-2

NEEDS

ESTIMATES

1-2
NEEDS ESTIMATES

1-2.1

STATEMENTS OF GOALS AND OBJECTIVES
Statewide transportation goals and objectives were formulated through

the State Planning Office and included all modes of transportation.

The develop

ment was accomplished through the combined efforts of the above office and the
various state agencies directly involved with each mode.

The result was a state

ment of broad goals and specific objectives, and is included as Appendix A to
this narrative report.
The stated major policy is "To most effectively serve Maine’s citizens
and visitors by developing a program for adequate transportation system on land,
water and in the air based on safety, efficiency and economic and environmental
needs".

The four goals that follow the aforementioned statement, consider

improved coordination among the various modes of transportation, and objectives
for these modes.

The considerations developed in the statement of goals and

objectives are a reflection of policies and attitudes expressed by the executive
and legislative bodies of the State of Maine, for the benefit of all who have
occasion to travel in and through the State.

1-2.2

TRANSPORTATION STANDARDS USED IN ESTIMATING NEEDS
The objectives stated in the study give direction to the establishment

of acceptable standards and allow for the determination of the adequacy of existing
facilities.

These have been referred to as "minimum tolerable standards".

When

existing transportation facilities fall below this level, new facilities must be
constructed or developed to provide an acceptable level of service for a prescribed
time period.

In this study, the time period is from 1970 to 1990.
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1-2,2.01

Highways

The standards in this area are prescribed in "Manual B" of the study
and were applied on a statewise basis.

The standards provided for a

factual evaluation of needs in this mode.

1-2.2.02

Urban Highway Related Facilities

This area involves traffic operational (TOPICS) type improvements and
parking facilities.

The standards relate to capacity and level of service,

as well as accident experience.

Level of service "C" was considered the

minimum acceptable level for urban arterial facilities.
ability and usage by zone was matched to demand.

Parking avail

The level of service

selected was consistent with good practice and prudent judgement, reflect
ing a reasonable and conservative approach.
small urban areas in the State.

It covered all urbanized and

At this time traffic operations studies

are complete or underway in,six small.urban areas and essentially complete
in all urbanized areas.

These studies formed the basis for an evaluation

of total needs.

1-2.2.03

Urban Public Transportation

The standards used were applied on a statewide basis and include all
urban areas over 25,000 population.

Only bus service in.urban areas was

treated as rail transit service is currently nonexistent and intra-city
rail service was not anticipated in the study time frame.
The considerations relating to bus service were maximum loadings, minimum
potential loading to provide service (passengers per bus per day), operating
headways and hourly variations.
area

The lack of definitive standards in this

led to a more subjective analysis.

2

1-2.2.(A

Airports

The standards used were based on the type of service required for
each class of airport.

All airports in the state fall into one of three

classes and is referred to as the "State System of Airports".

The state

system is separated into "Class A Airports" which are airports certifi
cated for scheduled airline service, "Class B Airports" for supplemental
air carrier service and "Class C Airports" for general aviation.

After

each airport was designated, as to class, 30 airports were selected and
the existing facilities were then evaluated based on the FAA and State
standards established for that class of airport to determine needs estimates.
As in highways, these standards allowed for a sound estimate of needs.

1-2.2.05

Other Intercity Transportation Terminals, Related
Facilities and Equipment

The effort in this major program area was centered on marine facilities
as publicly owned bus and rail transit service does not currently exist.
Marine terminals and ferries were evaluated on the basis of minimum service
to areas reflecting a need for service.

The standards were developed not

only on the basis of passengers/hour, but in recognition that minimum
service must be provided to selected areas having no other form of trans
portation, including the recognition of access to schools.
Marine-terminal freight handling facilities that were not equipped
for containerized freight, were viewed as not being able to vie in a highly
competative market, and were evaluated on the basis of continuing existing
service with minimum anticipated growth, and needs were expressed in an
attempt to provide a measure of this problem from a statewide economic
standpoint.
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A $100,000,000 need, has been expressed for high speed rail passenger
service in the State, and this has been incorporated as a general level of
need into the study.,

Although corridor needs can be reasonably identified,

few criteria are available which relate to a determination of potential
usage„

The provision of high speed rail service appears most feasible in

the corridor between Portland and Boston-

However, the attitudes and

actions of Massachusetts and New Hampshire are critical to any conclusions
with regard to such service-

Additionally, high speed rail technology

is still evolving and pilot programs are now in progress throughout the
country with conclusive results yet to be ascertained-

For these reasons,

no capital improvement program relating to high speed.rail passenger
service was included in the study-

1-2-3

FORECASTING TECHNIQUES FOR TRAVEL AND FACILITY USAGE
Forecasting techniques have advanced to a more sophisticated degree in

highway analyses, whereas, in other areas of concern to the State of Maine, the
systems are in the earlier stages of development.

Historical records of travel

and use are not as significant in areas where new technology or new forms of
funding may be a deciding factor in their continuance and/or expansion.

1-2.3-01

Highways

Existing traffic levels were trended on a system basis using past
data and standard line or projection techniques.

Usage in the urbanized

areas was developed through socio-economic and land use analyses and
projections-

1-2-3-02

These procedures reflect the needs as reported.

Urban Highway Related Facilities

TOPICS needs, consistent.with funds available for capital improvements,
were developed on the basis of available studies which documented needs
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essentially to a 1975 time frame, projecting current traffic with relation
to historical growth and the presence of improved facilities at that time.,
Beyond the time frames of the available studies, a moderate growth of needs
in the order of 5% annually was assumed,,

Needs in urban areas having no

completed TOPICS studies were synthesized using other available urban studies
as a basis.

The forecasts of the number of parking spaces required in the

urbanized areas were taken from past studies, if available.

In small urban

areas future parking needs were projected based primarily on population
growth and information contained in FHWA Technical Report #23(1971)°

1-2.3.03

Urban Public Transportation

Projections of ridership for urban mass transit have shown a. steady
decline in Maine, as elsewhere, based on past trends.

In this area the

critical problem of salvaging and maintaining any service and operation far
overshadowed standards of service for existing operations, and the projections
of usage served to underscore the severity of the problems relating to a con
tinuance of urban public transportation.

1-2.3.0)+

Airports

Projections of usage for airport facilities were based on past trends
and anticipated developments in air service.

Individual airport data,

covering a span of several years, was available for each of the respective
airports.

Accordingly, a review of this data permitted a reasonable

factual projection of airport usage.

1-2.3.05

Other Intercity Terminals, Related Facilities and Equipment

The projections of usage for ferry service were also based on past
trends to arrive at the estimates for future needs.
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Trends indicate that

a modest increase in ferry service will be required and can be satisfied
by replacement with larger ferries.

The need for a container terminal is

based on the general trend towards containerization in port facilities.

1-2.1+

DESCRIPTION OF IMPROVEMENTS AND ALTERNATIVE PROJECTS
The following sections list in general terms, by modes, the nature of

improvements envisioned in the needs estimates, and the alternates considered
in meeting these needs.

1-2.1;.01

Highways

The May, 1971 highway needs submittal fully documents the nature of
highway improvement categories.

The needs are made up of an aggregate of

individual deficient sections' and because the needs greatly exceed avail
able improvement monies, few alternatives present themselves, outside of
the obvious ,one of filling the needs on a priority basis with available
funding.

The reason for this is that only approximately one-third of the

total stated highway needs are met even with the greatest magnitude of
highway funds provided under Alternative III.

The portion of needs which

can be eliminated by the application of funding available from another mode
of transportation is negligible, particularly when the total benefits and
return on invested monies is considered.

A total of $33.1 million was

reported as privately financed improvements., representing an estimate of
the cost of widening the Maine Turnpike by the Maine Turnpike Authority
from York to Scarborough, based on a report prepared for the Authority.
When traffic volumes just beyond the design year indicate four lane
construction as desirable, staging of construction is generally considered.
This allows for acquisition of four lane width for the right-of-way with
the initial construction of two lanes.
lanes are added.

When appropriate, the additional

A closer match between demand and capacity is thereby
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attained.

In this regard the Department of Transportation recommended

legend for the maps accompanying the Capital Improvement Program submittal
do not adequately allow for indicating this feature.

I-2.i+.02

Urban Highway Related Facilities

The on-street improvements envisioned in this category are standard
traffic operational features, such as signalization, channelization,
signing, etc.
Provision of parking facilities evolved from projected usage and from
existing conditions related to supply and demand.

Parking improvements were

eligible for funding from local and private sources only.

Parking garages

were included in the three urbanized areas and parking lots were provided
in selected small urban areas.

1-2.^.03

Urban Public Transportation

The principal emphasis in this realm was the provision of new buses,
maintenance facilities for the buses, bus turnouts and bus shelters.
included were selected fringe parking facilities in Portland.

Also

Although

funding was provided for capital improvements in bus transportation, the
financial input to sustain operations is greater than operating revenues
allow.

Some form of additional financial input for operations is required,

in both the Portland and Lewiston-Auburn areas.

Transit operations are to

be suspended within calendar year 1972 unless acceptable levels of applicable
funding are found.

Hew additional monies should be made available or re

strictions on the use of funds within this mode should be relaxed.

See

Section 1-6.3 for a further treatment of this problem.

I-2„i+.04

Airports

Improvements totaling $36 million are included in the capital improve
ment programs under both Alternatives II and III.
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These funds were reasonably

well distributed between the three classes of airports and recognized
requirements such as improved runways, instrument landing systems, air
craft loading and parking ramps, taxiways and additional land for improved
approaches, in accordance with the individual needs, of each airport.

I-2.U.05

Other Intercity Transportation Terminals, Related Facilities
and Equipment

High speed rail passenger service was expressed as a general level
of need, but was not included in the capital improvement programs due to
the uncertainties associated with this mode of transportation at this time.
Ferry and terminal needs are estimated at $21 million for the period 197^-1990.
The improvements generally consist of the replacement of existing ferries and
terminals and the addition of a container port facility.

No new ferry services

were envisioned in the study.
A major industrial port facility estimated to cost $57 million was included
in the needs estimate.

This facility would be capable of handling supertankers

and would be linked with adjacent private industrial development and would,
of course, depend upon such development.

The site for such a facility remains

unspecified and is not critical for study purposes.

1-2.5

SOURCE MATERIALS
Numerous research documents were reviewed and utilized during the process

of developing this study.

These documents are listed in Appendix B of this report.
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1-3
CAPITAL IMPROVEMENT PROGRAMS

1-3,1

AREAL DISTRIBUTION OF FEDERAL FUNDS AND PROJECTION OF STATE FUNDS
This subject is covered by major program areas in the subparagraphs

below.

1-3.1.01

Highway

The distribution of Federal funds was initially evaluated on an urbanrural basis.

The following factors were considered? miles, travel (DVM),

population, area, needs (1968 & 1990), and the trend of expenditures in past
construction programs.

After analyzing all of the above factors, both

collectively and in various combinations, it was deemed appropriate to expend
approximately eighty percent of the funds in rural areas and twenty percent
in urban areas.

The following table reflects this analysis.

DISTRIBUTION HIGHWAY STUDY FUNDS
RURAL - URBAN
FACTORS

Past Highway Construction Funds

RURAL

URBAN

%

%

81.0

19.0

Travel D.V.M.

1968

75.8

2i+.2

System Miles

1968

93.7

6.3

Highway Needs

1970-1990

80.5

19.5

90.0

10.0

Highway Backlog Needs

1970

INITIAL DISTRIBUTION
RURAL 80$

URBAN 20$

Funds thus earmarked for urban areas in total were then evaluated
based upon two groupings, urbanized (Portland, Lewiston-Auburn and BangorBrewer) and small urban (5,000-50,000 population) using the same factors.

I
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The result indicated an approximate fifty-fifty split„

This same pro

rata process was continued to develop funding for specific urbanized areas
and specific population groups of small urban areas.
Projected availability of State funds was a reflection of past policies
and programs evolved through the legislative and executive branches with
the application of a moderate, normal increase.

The funds do anticipate

an approximate four and one half percent annual growth in revenue; and
accordingly, a similar growth in capital improvement programs.

This

amount was developed as a result of a review of tax revenues and projected
travel estimates.

1-3.1.02

Urban Highway Related Facilities

The distribution of TOPICS funds was made in direct proportion to
the TOPICS needs in each urban area (5,000 and above), related to the
total urban population.

Projected State fiends were estimated at a level

sufficient only to match Federal funds, in accordance with existing
policies.

1.3.1.03

Urban Public Transportation

Funding was considered for urban public transportation in the three
urbanized areas and in those communities with a population over 25 ,000.
In the latter category only the areas of Augusta-Gardiner, Biddeford-Saco
and Waterville-Winslow were considered.

Adequate funding was available

to satisfy all of the urban public transportation needs in these areas,
since improvements were limited to bus transportation facilities.

Con

siderations for urban public transportation in those urban areas under

25,000 population could not be justified without the development of special
public transit programs which was not possible as a part of this study.
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For the purpose of Capital Improvement Programs, local funds sufficient
only to match Federal funds were assumed.

1-3.1.0l+

Airports

The distribution of funds under the three alternatives recognized the
need to provide certificated airports (Class A) throughout four basic
geographic areas of the State, augmenting these with supplemental airports
(Class B) to provide additional service in appropriate geographic areas,
and to provide for (Class C) airports throughout the state which could
reasonably accommodate general aviation.

State funds were anticipated

only in the amount required to match Federal funds.

1-3.1.05

Other Intercity Transportation Terminals, Related
Facilities and Equipment

Due to study guidelines, the utilization of Federal funds in this
major program area was possible only under Alternative III.

It appeared

appropriate from a balanced transportation standpoint to provide for an
urban container port facility with monies made available by transfer of
excess mass transit funds.

The estimated cost for this facility is

$5.2 million.

1-3.2

PROJECT PRIORITIES UNDER ALTERNATIVE I AND II
The priorities within each of the transportation modes are assigned to the

elements of the system displaying the greatest need.

Several considerations

peculiar to each mode are involved and include such basic factors as demands
for service, trip lengths, safety considerations, and the interrelations of the
several transportation modes, in addition to the normal replacement needs within
each mode.

This subject is further addressed in the following subparagraphs by

major program area.
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1-3.2.01

Highways

Priorities were generally assigned in relation to the functional
classification of facilities, recognizing sufficiency ratings as the
initial criteria for priorities.

Sufficiency ratings, which have tra

ditionally been a primary factor in the selection of projects for highway
improvements, include evaluations of roadway condition, alignment, pave
ment widths and shoulder widths.

In addition;, several other factors

were considered to refine the priorities.

The more important factors

included accident potential, continuity of route improvement, geographical
distribution and recognition of economic areas.
Under Alternative I, the extremely low funding level allowed treat
ment of little more than existing commitments; accordingly significantly
continuing deterioration of the highway network would occur beyond the
ability of the state to maintain.

This funding level would create severe

economic and highway safety conditions.
Under Alternative II, which approximates current funding levels, only
one-third of the highway needs could be satisfied.

Therefore, funding

could be applied to only the very highest priority needs.

Also, under

this alternative, funds necessary to match Federal monies was assumed to
be available.

In addition, a modest "state-only" financed program was

funded, thereby producing a total program similar to programs currently
in existence.
1-3.2.02

Urban Highway Related Facilities

The effect on the TOPICS program in light of the limited Federal funds
provided under Alternative I was to extend the completion time for programs
deemed desirable by the study effort.

These would take approximately twice

as long to complete; extending the programs significantly beyond 1990 .
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Under Alternative II, currently anticipated needs could be met, with
treatment of second level priority needs appropriately included in the
latter portion of the time frame.

A limited amount of local and private

funds would he available for construction of parking facilities, and it
would appear.that this amount would remain stable, since apparently no
Federal funds are available for this purpose.

1-3.2.03

Urban Public Transportation

The priorities in urban mass transit were unchanged from Alternative I
to Alternative II because, in both cases, available funds exceeded needs.
The funding restrictions of the study in these two alternatives did not
allow for the transfer of the excess funds to programs for other modes.
Buses, bus related facilities and parking were the prime considerations
included in Alternatives L a n d II.

The problems relating to the con

tinuance of urban public transportation facilities are very complex.

The

determination of such continuance will have to be made on an individual
area basis, depending upon social conditions and the availability of
funds for operating subsidies.

1-3.2.OU

Airports

The capital improvement programs, under Alternatives I and II,
remain the same for the three urbanized areas in the period 197^-78.
The six million dollars of additional funding under Alternative II in
the first time period was allocated to the airports in the small urban
areas and the rest of the State.

The second time period (1979-1990) reflects

greater emphasis on the urbanized airports than in the years 197^+ to 1978.
It should be noted that all airport classifications received a greater
amount of funds in Alternative II during the 1979 to 1990 period.

1

*+

Under

Alternative I, the urbanized areas were allocated thirty percent of the
funds for 197^+ to 1990, and under Alternative II, forty percent was
designated for urbanized areas.

This reflects a belief that the highest

priority for airport development exists in the urbanized areas„

1-3.2.05

Other Intercity Transportation Terminals, Related
Facilities and Equipment

There are no Federal aid funds available under Alternatives I and II
in this major program area.

Modest state and local funding is utilized to

satisfy specified needs and continue ongoing programs.

1-3.3

PROJECT PRIORITIES UNDER ALTERNATIVE III
The Federal funding levels with the appropriate state and local matching

ratios available under Alternative II were insufficient to satisfy the needs of the
major programs with the exception of the funding levels established for the urban
public transportation mode.

The removal of the constraints pertaining to the use of

Federal funds within modes under Alternative III permitted the transfer of excess
Federal funds from urban public transportation to other modes.

Although there was

flexibility which would permit the transfer of funds from other modes, transfers were
not deemed advisable due to the needs and priorities within other major program areas.
It was assumed that the required matching funds would be provided from available
State and local general revenue sources.
the state is the General Highway Fund.

The only other source of revenue within
The State of Maine, along with many other

states, currently has constitutional provisions which requires that highway user
fees be used for highway purposes and, therefore, would not be available for other
modes.

1-3.3.01

Highways

During the conduct of the study urban planning groups expressed concern
over the funding available to satisfy highway needs in the urban areas.
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Therefore, it was deemed appropriate in Alternative III to transfer some of
the excess urban public transportation funds to assist in alleviating this need.
In addition, because urban highway needs were significantly greater in the

197)+-1978 time period, a deferral of lower priority interstate section
improvements was desirable„

The funding made available by reordering the

priority of these improvements amounted to approximately 10 million dollars
which was reallocated to assist in meeting additional urban highway needs,

1-3,3,02

Urban Highway Related Facilities

Under Alternative III this program was allocated additional funds from
the urban public transportation mode.

The funds were used to accomplish the

next priority level of TOPICS Projects which were deferred to the latter
portion of the Alternative II time frame,

1-3,3,03

Urban Public Transportation

All capital improvement programs in this mode were satisfied well within
the funding levels established for Alternative I and II,

Therefore, under

Alternative III the excess federal funds were made available for other modes
of transportation within urban areas, even though it was apparent that
operational difficulties were being experienced in this area.

This problem

is treated elsewhere in the narrative,

1-3,3,

Oh

Airports

There were no significant differences in the magnitude of airport
programs under Alternative II and III,
federal/state matching

However, due to the change in the

ratios', under Alternative III some additional funds

were provided from the urban public transportation mode in order to maintain
the same level of capital improvements in airport programs.

16

r-3.3.05

Other Intercity Terminals, Related Facilities
and Equipment

Federal funds were not available for this mode under Alternative II,
However, under Alternative III some excess urban public transportation funds
were transferred to this mode and used for capital improvements in marine
terminals and ferry services within the urbanized area of Portland,

1-3.1*

ASSUMPTIONS RELATING TO THE PERIOD PRIOR TO FY 197^
In accordance with study procedures, the federal funding levels contained

in the study for each mode.were extrapolated backward for the period 1971-1973.
These levels were found to be approximately the same as that provided under current
programs.

Therefore, the funding currently available from federal, state and local

sources was utilized to provide for capital improvements within each mode for the
period 1971-1973.

This action permitted certain needs to be satisfied and provided

a base point from which future capital improvements could be made in the later
time periods of the study.

1-3.5

TRANSFER OF OWNERSHIP
There were no transfers of ownership with any mode during the period of

this study.

However, at this time, there is significant concern as to whether

or not it is economically feasible for bus lines to remain as privately owned
organizations in our urban areas.

Public takeover of private bus lines or some

other form of major subsidy of operations appears to be a necessity in the near
future if urban public bus transportation is to continue in either the Portland
or Lewiston-Auburn areas.
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I-h

IMPLEMENTATION OF THE STUDY

The needs study was accomplished through the utilization of the knowledge
and experience of the existing State personnel without the benefit of consultant
services.

This method proved to be most feasible, both in the area of economy and

from the viewpoint of applying existing knowledge and experience to the evaluations
in concert with the limited time available to complete the study effort.

I-i+.l

PROCEDURES
During the initial phases of the study, a meeting was held with all

urban planning groups and all appropriate state agencies.

The objective of this

meeting was to explain the purpose and scope of the study, and to indicate that
their fullest participation was essential to the study.
available to the participating agencies at this time.

Manuals were made
Also, the agencies were

advised that funds would be provided to implement the study; however, the avail
able funds were not adequate to cover the total cost of the study.

Other major

difficulties encountered, in addition to the cost factor, were those of experienced
manpower and time limitations.

It is estimated that the time allowed was approx

imately one-half of the time that should have been available to assure that complete
considerations were extended to all phases involved.

Also, one of the more difficult

premises was the concept of using 19&9 prices throughout the time phases involved.
The applicaiton of 1969 prices overstates the amount of physical development which
would be possible within the funding limitations described.

In addition, the study

does not recognize the severe inflationary trends which undoubtedly will continue
to be experienced in future capital improvement programs.

It is assumed that this

apparent inconsistency will be recognized and resolved at the National level.
were other difficulties in that the time period in the needs estimate and the
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There

capital improvement programs did not coincide i.e., 1970-1980, 1980-1990
for needs and 197^-1978, 1979-1990 for improvement programs.
The basic steps in the study were as follows:
1.

Determination of Transportation Goals and Objectives
(at all levels)

2.

Define needs based upon

3.

I-h.2

a.

goals and objectives

b.

population, travel, miles, etc.

c.

standards

d.

existing conditions

Develop capital improvement programs by:
a.

mode

b.

alternative funding levels

c.

time frame

U.

Submission to Governor's representative

5.

Summarize and prepare unified statewide submission

6.

Submit final report

ORGANIZATIONS
A list of agencies involved in the study is as follows:
The Governor's Office
Department of Aeronautics
Maine Port Authority
State Highway Commission
State Planning Office
Public Utilities Commission
Androscoggin Valley Regional Planning Commission
Penobscot Valley Regional Planning Commission
Southern Kennebec Valley Regional Planning Commission
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Greater Portland Council of Governments
City of Portland
City of Lewiston
City of Auburn
Federal Highway Administration
Federal Department of Transportation

Coordination efforts were maintained with all of the above, with review
and comments solicited where appropriate.

Several specific meetings were held

with the majority of the agencies listed above for the purpose of discussing
various phases of the study, including reviews of the final stages and conclusions.
Coordinative efforts of an intensive nature were accomplished with FHWA, particu
larly during the highway needs portion of the study.

Although consultants were

not directly involved in the study process, all available reports and documents
were reviewed for incorporation into the study where appropriate.

For example,

a bus study recently completed for the Portland area by consultant forces, pro
vided much useful information for the study.

The capital improvement programs for Alternative III were developed
following the completion of the Alternative I and II proposals.

Since the

constraints applicable to Alternative III were flexible in regard to the assign
ment of funds, maximum coordination was maintained with other agencies to assure
that all desirable objectives were treated.

The Alternative III program for

airports was developed in conjunction with the Maine Department of Aeronautics
and the port facilities program was developed similarly with the Maine Port
Aughority.

Also, the Alternative III programs for highways, particularly in

urban areas, were developed through coordinative efforts with the urban agencies
noted.
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I-l+o 3

RECOMMENDATIONS BY THE GOVERNOR’S OFFICE REGARDING PROCEDURES AND
ORGANIZATION FOR FUTURE NATIONAL TRANSPORTATION STUDIES
Since this study is basically the initial effort in developing needs

and improvement programs that cover nearly all aspects of transportation, it
was apparent from the beginning of

the study that some difficulties might be

expected in coordinating and conducting the various study requirements.

Initially,

it is strongly recommended that the time restraints of this effort receive
additional consideration in future studies.

Early receipt of manuals and additional

time to complete the required coordination and analyses are necessary objectives.
Serious and extensive consideration should be given to encouraging the
states to develop an unrestrained (by Federal logic) statewide transportation
plan in order to determine basic state interests, needs, and priorities in future
transportation programs.
The geographical location and the limited degree of urbanization of the
State of Maine results in a need to resolve transportation problems in a manner
that differs from the more urbanized states.

Therefore, consideration of rural

state needs should be recognized in the development of urban and public trans
portation type programs.
A more comprehensive consideration of specialized bus services would
be desirable in order to more adequately evaluate the transportation needs of the
young, the aged, the handicapped and the poor.

This effort should include a

determination of the population level below which fixed schedule bus service is
no longer warranted and taxi or mini-bus type service should be considered.
This also would allow for specialized treatement for major recreational peninsula
travel.
Intermodal relationships should be more fully explored, as well as
terminal facilities for modal changes.
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Additional recognition of commodity flow appears to be a desirable
consideration.

Goods flow, as well as person trips, are significant factors

in the overall economic growth of the state and the well-being of its citizens.
Also, the difficulties inherent in relating basic needs at a particular
year's base price with future estimates of available funds should be resolved in
future analyses as this aspect can lead to completely erroneous conclusions.
problem is also noted in Section I-l+.l.
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1-5
UNREPORTED TRANSPORTATION NEEDS ESTIMATES
AND
CAPITAL IMPROVEMENT PROGRAMS

There are three areas relating to transportation facilities which were
not covered in the reporting schedules, and for which no information was available
or developed.

The first is special bus service, both for remote areas and for

people with special problems.

The second area includes those projects falling

under the jurisdiction of the Corps of Engineers.

The third is rail freight

service.
Estimates of needs on those facilities that are entirely locally
financed were reported in the State of Maine's National Functional Classification
and Needs Study, May 1, 1971.

Information to develop estimates relating to

capital improvement programs that are for entirely locally or privately financed
roads are not available.

Additionally, information is not available to develop

estimates relating to the other transportation facilities as requested; therefore,
completed schedules A-38 and A-39 are not inlcuded in this submittal.

1-5.1

TRANSPORTATION NEEDS ESTIMATES SUPPLEMENTARY TO FORM A-20
The need appears to be quite evident for special bus service considera

tions relating to the young, the aged, the handicapped and the poor.
the magnitude of the problem is difficult to evaluate.

However,

It appears that an

appreciable amount of research would be required to be able to quantify the need.
This was not feasible in the time frame allowed for the study.
The dredging of harbors and waterways (within the jurisdiction of the
Corps of Engineers) will be dependent upon the size of the vessels in the future.
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This relates primarily to the draft requirements of future vessels, and draft
considerations appear to he a progressively significant factor. Accordingly,
the magnitude of need does not appear to he reasonably quantifiable at this
time „
Rail freight needs or improvements in rail freight service were not
required as a part of this study.

However, it is recognized that many varied and

complex problems exist within this mode of transportation which will require a
time consuming evaluation before needs can be developed.

Therefore, it was not

possible to include them as a part of this study effort.

1-5.2

TRANSPORTATION CAPITAL IMPROVEMENT PROGRAMS SUPPLEMENTARY
TO FORM A-IT
See comments - Section 1-5

26

CHAPTER 1-6

FUNDING CAPITAL
AND
NON-CAPITAL COSTS

21

1-6
FUNDING CAPITAL AND NQN-CAPITAL COSTS

1-6.1

FUNDING NON-CAPITAL COSTS
The decline in bus usage with the resulting decline in available

revenues makes continued operation under private ownership nearly impossible.

Any

attempts to charge fares are in proportion to actual operating costs would cause
ridership to decline further.

Until technology provides a more feasible approach

to this problem, it appears that some public financial support must be provided in
order to assure the continuance of this or some similar form of transportation.
The distribution of this load is a main question, both with regard to Federal
subsidies and the local participation among affected communities.
The flexibility relating to the use of.Federal funds for non-capital
costs for this purpose is a major concern.
Often, the excessive documentation that is required in capital
improvement programs frequently raises a question of the feasibility of using
Federal funds for non-capital programs of operation and maintenance.

See also

Section 1-6.3.
Two areas of concern are noted in regard to programs administered by
the National Highway Traffic Safety Administration.

The first relates to

difficulties inherent in the reimbursement process vs. grant-in-aid programs.
The reimbursement program places excessive financial burdens upon small units
of government in initial efforts to provide funds.

Likewise, the excessive

documentation required in the grant-in-aid program in relation to the limited
funding available creates excessive costs in administration.

It appears that

additional flexibility is desirable in the financing of the programs.

28

1-6.2

FUNDING CAPITAL COSTS
The State of Maine has historically extended considerahle emphasis upon

the matching of all Federal capital grant programs.

The development of adequate

funds at the State level to meet these ohligations has placed increased burdens
upon limited sources of revenue.

Recent Congressional recognition of this,

problem has resulted in the development of lower matching ratios for the states.
Although this action reduces the burden in relation to matching requirements,
the resulting total efforts to improve transportation systems could also be
reduced.

With any increase in the matching ratio for the Federal share, adequate

monies should be made available at the state level to at least maintain the present
total level of financing.

1-6.3

RECOMMENDATIONS REGARDING FEDERAL TRANSPORTATION
PROGRAM RESTRICTIONS
Federal funds are limited to capital improvements under existing programs.

It is recommended that this basic premise should be maintained for the major portion
of transportation programs, particularly in regard to non-capital highway costs.
The major exception to this basic premise is in the area of urban mass transit
programs.

Marginal operations of these facilities indicates the desirability of

providing additional funds for mass transit facilities and/or providing the flexibility
to allow Federal grants in this mode to be used for the maintenance and operation of
urban mass transit facilities.

For example, current bus operations in both the Portland

and Lewiston-Auburn areas are of a marginal nature and considerable speculation is
prevalent pertaining to their continued ability to function unless additional funding
is provided.

Local bus transportation facilities have been phased out.in most other

urban areas of the State, including the State Capitol, due to the unfavorable costrevenue ratio.

i
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Additional information relating to the rationale of incorporating
flexibility in regard to the use of Federal funds may be found in the following
section and the analyses of revenue sharing alternatives, treated in a separate
and supplemental study.

Further comments pertinent to this section are also

noted in Section 8.

1-6. U

OTHER RECOMMENDATIONS REGARDING FEDERAL TRANSPORTATION PROGRAMS
Serious consideration should be given to allow for additional flexibility

in the transfers of funds between highway systems, and between rural and urban
highway classifications.

The desirability of a realignment of all systems based upon

functional service has been strengthened as a result of this study.

Previous system

concepts that maintained arbitrary allotment quotas, with only minimum recognition
of service provided, must be abandoned.

Any revisions in funding must provide greater

emphasis upon solving transportation problems but compatibility must be maintained in
regard to current constitutional provisions relating to sources of revenue.

Such

flexibility would allow each state to meet its highest priority highway needs without
artificial restraints.
As stressed throughout the narrative report, excessive documentation
required on all Federal programs represents great losses in time and money.
should be developed to minimize this requirement.
is in the category of highway design standards.

Methods

Another candidate for improvement
For example, highway design standards

for Federal secondary roads , especially those with high seasonal characteristics,
may be unduly restrictive in some instances and could thus require the use of higher
standards than would appear to be appropriate.
construction completed.

This can result in fewer miles of

Also, there should be additional ease in programming for

advance acquisition of right of way and new concepts in developing off street
parking facilities.

In this connection, the reduction of parking spaces in urban

areas that has resulted.from street improvement programs, indicates the necessity
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to consider the use of Urban and TOPICS monies to provide replacement of
off street parking facilities„

The problem of strip development as it erodes

the traffic carrying capability of a major arterial facility should also be
addressed,,
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I-T

TRANSPORTATION PLANNING AMD REGULATION

1-7.1

TRANSPORTATION PLANNING PROCESS
Due to long lead times required in planning and implementing transporta

tion programs, an indication of future Federal funding levels should be set and
known well in advance and Federal allocations should not be withheld or altered
to make short-term changes generating crisis planning.

This would permit for

more efficient utilization of incoming funds.
One of the features of the evolving State Department of Transportation,
now pending legislative approval, is a centralized transportation planning
office adequately funded and staffed.

Coordination of all planning activities

formerly conducted by the variuos divisions which would be merged into the
Department of Transportation will result in increased efficiency and better control
in the development and implementation of overall transportation plans involving
all modes of transportation.
of manpower.

It will provide for the best utilization and training

Such organizations appear most desirable in physical reality or at

least in function to assure coordinated transportation planning.
Environmental concerns in the planning realm are taking on added impor
tance with the passage of recent Federal and State Legislation.

This planning

must precede and set the stage for detailed environmental statements generated
at the project stage.

This is related to the larger question of the need to reduce

to quantifiable terms a myriad of social values.

The magnitude and interrelation

ships of these values have a significant bearing on the shape of future planning
and designs for meeting expressed needs.
Additionally, data systems capable of interrelating huge quantities
of descriptive data in terms of a manageable priority rating system appears to
be requisite to improved and more responsive planning.
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The alternative is the

elimination of relevant data and values from consideration due to complexity and
lack of time.

It also would allow for including items deleted due to lack of

time.
Urban category definitions as used by the various federal agencies
should be standardized to permit the efficient usage of data.

The lack of a common

definition of "urban" is a continuous source of conflict; however, the bulk of
statistical information published by the Bureau.of the Census is invaluable in the
administration of highway and other transportation elements and was compatible to
trends and estimates prepared by state planners for use in the study.

1-7.2

AIRPORT SYSTEMS PLANNING
The Maine Department of Aeronautics is currently undertaking the develop

ment of a statewide airport systems plan, as part of the National Airport Systems
Plan.

The effort put forth and the data collected for this study will greatly

assist in the future development of airports in the State of Maine.

Federal/State

relations and cooperation as regards airport development and planning has been
excellent and there is no reason to believe that it will not remain the same.

1-7.3

TECHNOLOGY IMPACTS ON PLANNING
New methods, techniques and equipment are being developed and used

every year in all phases of the highway planning process.

In the past, greater

emphasis had been oriented toward traffic safety, but in recent months the concern
with environmental problems has been emerging.
None of the exotic forms of transportation were considered in this study.
The only new concepts that appeared to present any feasibility in the next twenty
years, were in the areas of rail and bus.

High speed rail transit plans and such

proposals as Dial-A-Ride systems which could offer some relief, are currently
being evaluated throughout the country.

National statistics indicate that a small

3b

proportion of total passenger travel is handled by modes such as bus and
rail-

However, proposals such as the high speed rail plan now being tested

in southern New England will be very carefully evaluated for application in
Maine„

I-7oU

REGULATION OF TRANSPORTATION
Historically, the weight and size of vehicles on the highways have

been regulated at the state level; however, considerable efforts have been made
to raise these limits which could create detrimental effects on highways which
were designed for lesser loads.

Considerable analysis in this area will be

necessary.
Airport development in Maine is basically controlled at the local level
as well as being owned and operated locally.

Operations and utilization of all

airports are in conformance with Federal Aviation Authority regulations.
Urban public transit operations including the establishment of rates is
regulated by the Public Utilities Commission.

In the State of Maine the operation

of buses is in the same difficult situation as local bus service in most of the
rest of the nation.

Financially, local bus service is not a profitable venture

for most operators, and changes are imminent.

A positive stance from the regu

lating side will be important in alleviating the crises which will develop.
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1-8
COMMENTS ON THE NEEDS STUDY

The comments of the various agencies assisting in the study were encouraged
from the outset, and where feasible, were reflected in the final array of data (in
needs, fund distribution and capital improvement programs).

All groups participating

in the study contributed their ideas early in the planning stages and were of great
value in implementation of the study,,
1-8.1

COMMENTS BY THE GOVERNOR’S OFFICE
This office provided overall policy guidance in the conduct of the study.

An arm of the executive branch, the State Planning Office, had already started a
statewide review and coordination of the broad policies as well as the goals and
objectives of all transportation modes.

Additional guidance was provided by the

executive branch in several modes of transportation which aligned the study more
closely.with current policy on statewide development.

This assured that the fullest

consideration be given to the socio-economic, aesthetic, and environmental concerns of
the State of Maine.

These concepts were reflected, not only in the needs portion of

the study, but also in the capital improvement programs.

In general, there was

considerable agreement on the relative priorities of the various modes of trans
portation.

In all cases estimated costs were available from reasonably current

existing studies, which allowed appropriate costing in the needs and capital improve
ment programs.

The study accomplished a far better understanding of the inter

relations of the several modes of transportation throughout the State.

The resulting

better grasp and understanding of the totality of the transportation problems and
needs in the State of Maine has long been a well recognized goal of the State.

This

is reflected in the current efforts toward the establishment of a Department of
Transportation in the State which will result in better and continued coordination
of transportation throughout the State.
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COMMENTS BY STATE AGENCIES
During the coordinating process the several state agencies voiced the

following general comments on the needs study.
The following from the Maine Department of Aeronautics; "As it pertains
to airports and aviation, the fulfillment of the requests and requirements out
lined By the 1972 National Transportation Needs Study has provided this department
and this state with some extremely valuable insight into it's statewide aviation
problems and especially needs.

The type of information asked for, and fulfilled

is very appropriate, if not essential, to the proper development of any type of
statewide airport improvement program".
The Port Authority made the following comment; "in order to compile this
report the Maine Port Authority conferred with several organizations such as the
Greater Portland Council of Governments, Director of Economic Development-City of
Portland, Portland Planning Board and the Department of Economic DevelopmentState of Maine.

Figures for a container terminal at Portland were obtained from a

study completed by the Urban Design Group of Newport, Rhode Island for the Greater
Portland Chamber of Commerce".
Other state agencies commented that any consideration of re-instituting
rail passenger service in Maine would require an evaluation of the success (or
failure) of this type of service on a Boston to New York run.

It is conceded that

if such service cannot succeed.in Southern New England, it appears very unlikely
that it could succeed in Maine.
The preceding paragraphs indicate the conduct of the study, as required
by the Federal.Department of Transportation, was appropriate as to data required,
did ensure a high degree of coordination and necessitated consideration of the
regional development of transportation, involving several states.

The comments

also reflect the adequacy of data submitted, generally, but also indicate the
requirement for better guidelines and data in the area of rail passenger service
and other modal problems.
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The data, as submitted to the Federal Department of Transportation, was
generally as received from the several state agencies„

Some of the state

transportation agencies appreciated the opportunity to take a good look at their
long-range planning-

It appeared that this effort was long overdue-

It was

significant and timely that their consideration of inter-modal relationships
(for this study) was concurrent with the development of a Department of Trans
portation for the State of Maine-

Overall funding, relative to the twenty year

needs, brought home very forcefully some very real short-comings in each and all
of the transportation modes-

An intensive look at the details of financing,

for an extended period, is extremely revealing-

One of the more significant

results of the study is the realization of the need for better intermodal longrange planning-

The evolving State Department of Transportation promises much

in this regard.
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COMMENTS BY URBAN PLANNING GROUPS
Urban planning groups provided direct input to the study in the area of

urban public: transportation and highway related facilities.

The approach taken by

these groups was generally of a traditional nature in accordance with the conditions
in these small urban areas.

Each area had fairly recent studies on which to base

decisions and cost estimatescould reasonably be justified-

It appears that the needs expressed were all that
The balance of the unused funds (funds in excess of

designated needs), under Alternative III, were designated for use in the urban
areas in other modes-

The study was directed toward the needs expressed by the

urban planning groups during previous planning sessions; accordingly, there was a
high degree of consensus-

It was also agreed that considerable planning effort

would be required to ensure full and proper development of transportation facilitiesThe specific comments of one of the urban planning groups, Greater
Portland Council of Governments (GPCOG) are as follows:

"Department of Trans

portation manuals and planning guides for the needs study offered general
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guidance for this planning effort; however some difficulty was encountered in
interpreting the semantics used in these directives and in responding to require
ments for organizing narratives,,"

This same organization had the following comment

in the area of urban mass transportation in addressing the bus problem in the
Portland area,"

It is estimated the public bus service will and must become publicly

owned and operated if it is to continue as a public service in this region.
public take-over is a basic assumption in satisfying the needs estimates.

This
This

public take-over by the Greater Portland Transit District is expected to take place
in 1972 ."
These comments are typical and characteristic of the larger urban planning
groups in the State and relate to the conduct of the study and the adequacy of the
data.
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COMMENTS BY LOCAL OFFICIALS
Local officials reviewed and commented on the study after the urban planning

groups had accomplished a -significant portion of their study, planning and coordination.
Their initial reaction was that the percentage of the funds projected for the urban
areas should be increased.

The general feeling was that the distribution of funds

should be more in line with the population, recognizing the greater percentage of
people in urban areas.

There appeared to be no area of major disagreement; however,

they were quick to recognize the twenty year capital improvement funding levels
were not adequate 'to satisfy the needs of the urban areas.

The consensus appeared

to be that under the limited funding described in the Federal guidelines, the most
reasonable distribution of funds was accomplished.

The response from the local

officials was that the study had been treated appropriately.

The following excerpts from a letter prepared by John E. Menario, City
Manager, City of Portland, is characteristic of the response received.
"Thank you very much for spending the time with me and my
staff yesterday to explain in detail the "National Trans
portation Study" and its affect on the Portland area as
well as the entire State of Maine.
In general, however, I do feel that for the areas that I
have knowledge, that you have given proper consideration
to the various areas considered in the plan, including
airports, urban public transportation, highways, waterways
and harbors, and rail passenger service. As we indicated
at the meeting, however, we feel that rail passenger service
must at some point be identified as a "needs"-throughout
the State of Maine, even though there is difficulty in
precisely identifying it in dollar amounts. There was also
an expressed concern on my part that the money identified
in the highway area under Alternative II, although a great
improvement over our present situation, does not seem to
represent the kind of monies that will be needed through
out the City of Portland within the time span to remedy
our highway problems.
By the same token, I must admit that there is need of
putting funds in our waterways system as it relates to a
containerization of cargo, as well as to recognize the
urban public transportation media as you have done through
the use of off-street parking facilities.
In conclusion, the only other area where I would like to
pass on a viewpoint, is the final conclusion in distributing
highway funds on a 80% rural and a 20% urban basis.
Although you might expect any urban administrator to generally
react in the negative to such an assignment, I want to express
the point of view that I am mindful of the difficulties of pro
viding a proper highway system in a rural state in the major
number of miles that must be identified in areas where there
are a limited number of people. In considering that point of
view, however, I must also note that 60% of the population of
the State of Maine is clearly identified with 12 urban regions,
and your study has already indicated, based upon the daily vehicle
mileage of 1968, 2 h % of the miles traveled are within the urban
area. I would consider that those two factors should allow a
weighting of urban funds in excess of the 20% tentatively
identified in your study."

With regard to the suggested increase in highway funding as commented
upon by Mr. Menario, it is to be noted that the final distribution of funding under

Alternative III did, in fact, slightly exceed the initial twenty percent.dis
tribution factor for urban highway improvements.
The preceding comments of Mr. Menario are representative of the attitude
of local officials who took time to examine the study in some depth.

It appears

that all parties concerned and involved in the study benefited significantly from
the discussions.

There was general agreement that the cooperation and coordination

that was accomplished during the study should be encouraged.
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PART II

NARRATIVE REPORT
OF
PARTICIPATING STATE AGENCIES

The various participating state agencies chose to submit consolidated
comments, not structured for section by section consideration.
comments are reflected in the appropriate sections of Part I.

Accordingly, their

PART III

NARRATIVE

REPORT

OF
PARTICIPATING URBAN PLANNING GROUPS

The urban planning groups worked closely with municipal officials during
the development of their studies as well as frequently coordinating with appropriate
agencies at the state level.

In light of the limited time available for study effort

they made maximum use of existing plans, studies and estimates in the development
of their portions of the study.

The comments and recommendations provided by the

Urban Planning Groups are reflected in the appropriate sections of Part I.
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TRANSPORTATION
Goals and Objectives

MAJOR POLICY:
MOST EFFECTIVELY SERVE MAINE'S CITIZENS AND VISITORS BY DEVELOPING A
PROGRAM FOR AN ADEQUATE TRANSPORTATION SYSTEM ON LAND, WATER, AND IN
THE AIR BASED ON SAFETY, EFFICIENCY AND ECONOMIC AND ENVIRONMENTAL
NEEDS.
Goal 1:
Orient the transportation system in Maine so that improved coordination of
Maine's industrial, social, and other various needs can be developed.
Situation:
Since Maine is geographically isolated from the rest of the country,
it has a sparse population, and is subject to long winters, trans
portation of all types is often a major problem. Due to these
circumstances it is very costly, and often inefficient for public
transportation to serve the state, especially the northern areas.
Objective #1:
Better coordinate the activities of all those people, agencies and
municipalities who deal with transportation.
Accomplishments:
Proposals have been made to the several sessions of the Maine
Legislature to create a Department of Transportation. As a
result of continuous study formal enactment will be considered
by the special session of the 105th Legislature.
Proposed Activities:
Combine all significant state activities relating to transportation.
Develop a statewide transportation plan to reflect intermodal needs
and priorities.
Provide improved transportation service and problem solving to the
various segments of Maine's economy.
Continue to encourage local officials to cooperate in solving mutual
problems in traffic planning.
Study and plan ways of eliminating parking problems in urban areas.
Coordinate and centralize the regulation, licensing, and taxation
of transportation modes.
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Objective #2:
Provide transportation methods that will fulfill the needs of the
various segments of both the urban and rural population.
Accomplishments:
Through appropriations by the 103rd, 10l+th, and 105th Legislatures
and the Federal government advances have been made in the state's
highway system, a number of small ports, and in many of the state's
small airports.
Proposed Activities:
Improve systems of mobility for senior citizens.
Assure an adequate means of transporting workers, especially low
income and moderate income families, to places of employment.
Provide adequate transportation for children to enable them to
participate in school functions and other social and cultural
activities.

Goal II:
To operate and maintain a system of highways to provide a safe and econom
ically effective highway transportation system for the people of the State
of Maine and its visitors in a manner that will protect and enhance the
valued environment of the state.
Situation:
The Highway Program continues to face serious financing problems as
a result of the many miles of Maine highways, severe weather conditions,
and the limited population resource.
In spite of the efforts of the various safety groups the many highway
deaths which occur annually require concerted effort in order to
reduce the accident toll.
Objective #1:
Provide an effective highway network for the safe and convenient move
ment of goods and people.
Accomplishments:
The Maine Legislature has provided significant revenue measures
to assist in providing for an adequate highway program and with
the people of the state have approved bond financing to supple
ment Federal financing for highway construction.
Proposed Activities:
Maintain adequate surveillance over the operation of the highway
system in such a manner as to anticipate possible deficiencies in
that system, providing for the effective correction of such
deficiencies with minimum expenditure of available resources, in
a reasonable manner, and with emphasis on proper relative priorities.

i

A-2

Continue to provide for adequately planned maintenance of the
highway plant.
Give greater emphasis to the rehabilitation of existing highways
before constructing new highways.
Provide for reconstruction of appropriate highways, when necessary,
to assure safe and economical transportation throughout the state.
Orient future construction to major arterial system, shifting
emphasis in major construction activity from Interstate to primary
highways„
Protect and enhance the environment through programs based on the
awareness and promotion of positive aesthetic, sociological and
ecological factors relating to the proper operation of the highway
system.
Continue the State program by assisting in the operation, maintenance
and construction of highways falling within the primary jurisdiction
of towns within the state through various Town Aid Programs.
Provide that all transportation development is consistent with
land use programs in the area, and other statewide goals and policies
Objective #2:
Emphasize and enhance efforts to keep traveling safe.
Accomplishments :
A number of safety precautions have been issued by the safety groups.
The Highway Safety Committee has provided a defensive driving
course to 10,000 licensed drivers. The Committee also has assisted
many towns in receiving Federal matching funds for highway safety
programs. Traffic enforcement has been increased in these towns
since they are now equipped with more personnel, equipment, and
multi-purpose vehicles etc.
The Highway Commission has devised an Accident Location Reference
system to identify and correct high accident locations on state
highways.
The Highway Department has also implemented new safety design
features in guard rails and medians, and acted to remove many fixed
objects from along highways.
The State Police, Motor Vehicle agency, and other state agencies
continue to make significant contributions to highway safety.
Proposed Activities:
Expand selective traffic enforcement programs.
Continue expansion of Alcohol Control Program.

Investigate methods to improve adjudication of traffic law
violations„
Improve driver license controls for all drivers and potential
drivers„
Increase public information and education efforts.
Expand and improve driver training and retraining efforts.
Continue efforts to improve potentially hazardous locations
on the highway network.
Increase efforts to achieve greater involvement of local
government in safety activities.
Continue to improve emergency medical services.
Objective #3:
Increase and upgrade the present public transportation system to enable
Maine citizens to travel about the state, and out-of-state, with more
ease.
Accomplishments:
Local efforts have been made in the Portland, and Lewiston-Auburn
areas to evaluate the problems relating to public transportation.
The Greater Portland mass transit system has received excise tax
relief and some fuel tax relief in order to alleviate some of its
financial difficulties.
Proposed Activities:
Consider financial assistance for the larger municipalities to aid
thpir mass transit bus systems, through Federal and/or state funds.
Initiate a study of public transportation possibilities in rural
areas.
Continue to regulate railroads and bus lines so that any alteration
of services requires the approval of the Public Utilities Commission.
Retain railroad service and make improvements where warranted.
Evaluate the possibility of the return of rail passenger service.

Goal III:
Determine airport needs and priorities, and assure the safety, reliability
and convenience of air service for all persons who use these facilities.
Situation:
The State does not have adequate air service, since presently
nearly all air service goes through Boston.
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Objective #1:
Construct new airports or improve existing airport facilities to meet
the needs of areas of the state that are demanding more air service.
Accomplishments:
The 103rd Legislature passed a bond issue, which was later approved
in referendum, for $2 ,837,500 to construct, expand, and improve
airports. This appropriation was to service the four larger airports
secondary, and third-level airports. The following table lists the
amounts each area received.
Portland
Bangor
Presque Isle
Augusta
Auburn-Lewiston
Wiscasset
Waterville
Madawaska
Rangeley
Greenville
Millinocket
Old Town
Sanford
Norridgewock
Rockland
Houlton

$1 ,625,000
82,500
$
100,000
$
$ 322,000
$ 350,000
30,000
$
ko,ooo
$
30,000
$
25,000
$
12,500
$
25,000
$
9,500
$
>+,000
$
13,000
$
$ 120,000
12,500
$

In addition to the appropriations of the 103rd Legislature, airports
received more assistance from the lOVth Legislature. The following
table lists these amounts:
Augusta
Presque Isle
Bangor
Rockland
Frenchvilie

$
$
$
$
$

60,000
178,350
313,000

117,000
57,500

The 105th Legislature continued a program of airport improvements
and recommended an appropriation of $>+9>+,^00 as follows:
Portland
Presque Isle
Various Airports

$
$
$

270,000
>19,1+00

175,000

Proposed Activities:
Complete a statewide airport systems plan, supplemented by
individual airport development plans.
Continue to support the development of multi-purpose, all-weather
regional airports at Portland, Central Maine, Bangor, and
Presque Isle.

Provide assistance to support increased development of
Bangor International Airport.
Construct a multi-purpose, all-weather regional airport in
the Augusta area.
Defer any additional development at the Augusta State Airport.
Expand and improve second and third-level airports throughout
the State.
Improve runways and lighting system of existing airports.
Objective #2 :
Emphasize and enhance increased, efficient air service.
Accomplishments:
Steps were taken by the 103rd, lO^th, and 105th Legislatures
to improve and increase services, especially through increased
appropriations. The transformation and development of Dow Air
Force Base into Bangor International Airport has been initiated.
Studies of certain aspects of Maine’s air service are being
conducted.
Proposed Activities :
Continue a timely development of air service adequate to meet
the air transportation needs of the State.
Objective #3:
Continue to enforce strict safety regulations pertaining to air
transportation.
Accomplishments:
The State Aeronautics Department has established aviation
safety policies and law enforcement procedures.
Proposed Activities:
Continue to inspect all airports in the State.
Inspect and certify all commercial airports beyond require
ments for licensing.
Upgrade the safety of existing airports.
Provide a second inspector for Aeronautics Department.
Continue to provide safety information through bulletins and
speeches to aero clubs and service clubs.

Goal IV:
Improve Maine's coastal and inland ports for business, transportation,
and recreation purposes by making them more accessible and responsive
to the demands on them„
Situation:
The major problem in establishing healthy ports in Maine is the
fact that healthy ports require large industry that will utilize
their facilities. This results in the problem of deciding
whether to develop ports to assist in the development of industry,
or wait for the location of the industry and then construct the
ports .
Objective #1:
Develop and increase the port business in Maine by improving the
port's facilities and services that can be offered.
Accomplishments:
The Maine Port Authority has been and is continuing to work with
the ports in Portland, Searsport, Rockland, and Eastport. The
Port Authority has surveyed and studied the possibility of container
ports, along with operating a promotion and development program for
Maine ports.
A Waterfront Council was established to discuss port problems, in
Portland, such as container development, harbor dredging, longshore
productivity, pollution, new cargo, and safety of vessel movement
in and out of the port.
Proposed Activities:
Tie port development in with rail development and truck facilities.
Develop specialized docking and unloading facilities at the head of
Penobscot Bay in order that increasing quantities of jet fuel might
be shipped to the Bangor International Airport by way of the existing
pipeline.
Develop pier facilities in Maine to handle container transfer between
ship and shore.
Continue to study the future needs of Maine ports, so that they will
be able to compete for the water shipments of tomorrow.
Provide piers and warehousing adequate for modern techniques of
freight handling for each port.
Initiate a study to see what the Department of Transportation could
do to reduce feed grain rates.
Plan for facilities for movement of giant super-tankers.
Consider what role Maine ports will play in new ocean transportation
methods such as LASH, SEABEE, Container etc.
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Objective #2:
Increase the use of Maine's coastal ports for pleasure and trans
portation purposes.
Accomplishments:
The port of Portland has recently acquired the services of a ferry
service between Portland and Nova Scotia and a study is being made
into the feasibility of ferry service to New York.
Proposed Activities:
Study areas that could be developed into a coastal marina.
Provide more ferry services to longer distances.
Develop more day trips to historical coastal islands.
Provide additional attention to the State ferry service for
development of additional off-shore islands.
Provide a number of organized fishing trips along the coast.
Develop a series of marinas along the coast (approximately 10)
to draw more boaters and to service existing ones.
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1.

Maine State Highway Commission
Highway Sufficiency Rating Report, 1970=

2,

Maine State Highway Commission
Construction Program - 1972-1973

3=

Maine State Highway Commission
Fifty-seventh Annual Report - 1970
1972 Estimate of the cost of completing the National System of Interstate
and Defense Highways in the State of Maine, August 1971 - Prepared hy
The Maine State Highway Commission in cooperation with the Federal
Highway Administration, Department of Transportation, in accordance
with Section 10H(B')(5) Title 23 U. S. Code, Highways,

5.

Maine's Public Investment Needs of Highest Priority projected for
July, 1971 through June, 1977. ESCO Research, Inc., Portland,
Maine; October, 1970.

6.

Federal Laws, Regulations and Material Relating to the Federal Highway
Administration. U. S. Department of Transportation, Federal Highway
Administration, April, 1970.

7.

Proposed reconstruction Maine Turnpike prepared for Maine Turnpike
Authority by Howard, Needles, Tammen & Bergendoff Consulting Engineers;
October, 1970.

8.

Annual Operation and Maintenance Report on the Maine Turnpike. Howard,
Needles, Tammen & Bergendoff Consulting Engineers, October, 1970.

9.

TOPICS Program for Biddeford-Saco-Old Orchard Beach, Edwards and Kelcey,
Inc., January, 1970.

10.

Traffic Improvement Program for the Bangor Metropolitan Area; Wilbur Smith
and Associates, May, 1971 (Draft Report).

11.

Traffic Improvement Program for the Lewiston-Auburn-Lisbon Area,
Wilbur Smith and Associates, June, 1971 (Draft Report).

12.

Portland Area TOPICS Plan, Edwards and Kelcey, Inc., May, 1971
(Draft Report).

13.

Portland Area Comprehensive Transportation Study; Edwards and Kelcey,
Inc., Consultants and Engineers, 1970.

1^.

Greater Portland Public Transit Plan - Phase I Interim Report, E. C. Jordan
Co., Inc. Engineers and Planners, 1971.

15.

Lewiston-Auburn-Lisbon Comprehensive Transportation Planning Study;
Wilbur Smith and Associates, 1966.
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l6 .

Comprehensive Plan of the City of Bangor, Maine; Bangor City
Planning Department, 1969 .

IT"

Transportation and Parking - Bangor, Maine: Wilbur Smith and
Associates, I96T 0

18.

Bangor-Brewer Traffic Study and Master Highway Plan: Edwards and
Kelcey - Engineers and Consultants, I960,

19.

Augusta-Gardiner Area Transportation Study, Maine State Highway
Commission (Unpublished),

20 0 A Report on CBD Parking, Highway Planning Technical Report Number 23,
Federal Highway Administration, U. S. Department of Transportation,
April, 1971.
21.

State Airport Plan, 1965 °

22.

National Airport Plan, 1968 =

23.

FAA Airport Master Records, 1970.

2h.

Airport Master Plans.

25.

Airport Layout Plans.

26.

FAA Air Traffic Activity, 1970*

27.

FAA Airport Capacity Criteria, 1968 .

28.

Augusta Airport - The Buckley Report, 1962

29.

Auburn-Lewiston Airport, Wilbur Smith Report, 1968 .

30.

Rockland Airport - R. W. Booker & Associates Report, 1968 .

31.

A Study for the Maine Port Authority to Determine a Location
and Feasibility of an Industrial Foreign Trade Zone on the Coast
of Maine; ESCO Research, Inc., Portland, Maine - December, 1968 .

32.

Harbor Development Port of Portland, Maine, by Urban Design Group,
Newport, Rhode Island, February, 1969 .

33.

New England.Regional Commission Report and Recommendations on a
New England Rail! Passenger Service System, December 28, 1970.
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